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SUMMARY 


The low values of lift-drag ratio attained by supersonic wing 
configurations provide the opportunity for the utilization of an in- 
clined thrust axis. The exhaust jet of a ramjet propelled aircraft 
is inclined in order to use some of the jet force to supply additional 
lift. This has the effect of augmenting the lift by the relatively 
large sine component of the jet force whereas the thrust in the flight 
direction is reduced only by the smaller change in the cosine com- 
ponent. 

It was found that this principle offers a substantial decrease 
in fuel consumption over that of a normal ramjet for probable values 
of lift-drag ratios above Mach number 1.5. Almost all of the pos- 
sibie decrease can be obtained with jet inclination angles of 15° or 


less. 
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l. 


INTRODUCTION 


This investigation has its origin in the low lift-drag ratios 
attainable in the superscnic flight range. It was reasoned that the 
thrust axis could be inclined at an angle and thus the lift of the wing 
would be augmented by the relatively large sine component of the 
jet force. The forward speed would be decreased only in propor- 
tion to the smaller change in the cosine component of the jet force. 
An inclined thrust axis ramjet would then require less wing area 
and consequently have less wing drag than a normal ramjet oper- 
ating at the same flight velocity. The purpose of this analysis is 
to investigate the reiation between lift-drag ratio, angle of thrust 
inclination, and other applicable parameters, and to establish 
limits of probable gain by using an inclined thrust axis in the sup- 
ersonic flight range. The ramjet power plant was selected for 
comparison purposes because it offers the most practicable pro- 
pulsion system in tbe critical range oí lift-drag ratios (Mach No. 
1.5 - 4). 

The analysis involves only elementary mathematics and is 
primarily concerned with the decrease in fuel consumption obtain- 
able by comparing an inclined thrust axis ramjet with a normal 
ramjet. The comparison of the two ramjets is cnade for three dif- 
ferent assumptions of weight conditions in level flight and two con- 


ditions in climb. The results are obtained in the form of relatively 





à E 
concise analytical expressions which are plotted for various weight 
conditions. 

There are technical aspects of an inclined thrust axis sys- 
tem that are not discussed herein as the main objective of this paper 
is only to show the theoretical feasibility of such a system. How- 
ever, the results indicate that the maximum benefits in fuel consump- 
tion can be secured with relatively small jet inclination angles, and 
this fact would be of engineering importance. It is believed that 
the parameters involved in this analysis can be adapted to any prac- 
tical — of a ramjet aircraft. 

Ihe abbreviation, I. T. A. , will be used throughout this 
paper to mean inclined thrust axis. In formulas the subscript, I, 
will be used to denote a quantity pertaining to the inclined thrust 
axis ramjet, whereas the subscript, N , will denote a quantity per- 


taining to the normal ramjet with a conventional straight thrust 


axis. 


το 


^t 


L/D 


Mi 
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I. NOTATICN AND SYMBCLS 


Cross sectional area of ramjet 
Drag Coefficient 

Lift Coefficient 

Thrust Coefficient 

Ramjet exit velocity 

Drag 

Thrust 

Lift 

Liit Drag Ratio of the Wing 
Mach Number 

Wing Area 

Flight velocity 

Weight 

Fuel-air ratio 
Acceleration of gravity 
Mass flow of air 

Mass flow of fuel 

Dynamic pressure 

Air density 


Ratio of mass flow of combustion products to mass of 
entering air 


Angle of climb 


> - Angle of inclination of thrust axis 


X - Proportionality Constant A = De 
Inc 
€ - rroportionality Constant 6 - m 
c 
E -  Proportionality Constant 7 = c 
wW 
(3 - Dimensionless Parameter /3 - & (1 -σ ) 
D 7 C. 
oubscripts 
I - Ramjet with inclined thrust axis 
N - Rarajet with normal straight thrust axis 
w - Pertaining to wing only and not entire airplane 
eng. - angine 


b - Body of aircraft 
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li. SUPERSONIC LIFT-DRAC RATICS 


The application of the inclined thrust axis has a relative im- 
portance based on the low values of lift-drag ratios obtained in the 
supersonic flight range. Before discussing the inclined thrust axis 
principle, it is appropriate to consider the magnitude and variation 
of lift-drag ratio for different wing configurations. 

It is a well established fact that the lift-drag ratios of all 
types of wings tend to decrease with increasing Mach number in 
the supersonic flight range. By using radically swept wings and 
high aspect ratios, lift-drag values of ten or greater can be main- 
tained up to a Mach number of 1.4. However, as biach number in- 
creases beyond this point the gain due to sweepback diminishes and 
the maximum lift-drag ratios steadily decrease. At Mach number 
four the lift-drag ratio for any wing configuration of practical thick- 
ness appears to be limited to about five. 

Reference 2 gives a good condensation of theoretica! aerody- 
namic characteristics for various supersonic wing planforms. It 
is noted that while there is some spread in !ift-drag ratios for dif- 
ferent wing configurations below Mach number 1.5, above this speed 
there is a tendency for the maximum ratios to converge very closely. 
At Mach number four the lift-drag ratios for all wing planforms with 


practical thickness ratios are about the same. Values of lift-drag 





6. 
ratio for a delta wing with 69° eveepback as 


given in reference 2 


are listed below for two thickness ratios. 


Ni = 1.5 Mz Af = 3 hs 


ἂν -. y = 4 
L 
C s .06 D 6.6 6.0 5.5 5.2 
L_ 
T= .08 z aR 4.7 4.4 4.2 
sme 7 = Y ing Thickness 


Wing Chord 


The above data are based on the assumption of a double wedge 
wing section. < thickness ratio cf .02 would increase the values 
of lift-drag ratio at T = .06 by the order of 20% to 30%. A thick- 


ness ratio of .97 represents a good figure for present wing con- 


struction using a main spar type of structural suppert. 
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II. BASIC PERFORMANCE CHARACTERISTICS 


OF I.T.^. AND NORMAL RAMJETS 


Inclining the exhaust jet of a ramjet aircraft wiil modify the 
usua! expressions for thrust and lift. The thrust will be reduced 
by a factor proportional to the cosine of the inclinaticn angle. The 
total lift of the I. T. A. ramjet will consist of the iift of the wing plus 
an additional lift component proportional to the sine of the jet in- 
clination angle. The drag of the I. T. A. ramjet will be considered 
equal to that of the normal ramjet, (i.e., inclining the thrust axis 
will not change the drag). The force of the inclined jet is assumed 
in all cases to act through the center of gravity of the I.T.A. air- 
craít. The two configurations are shown schematicaily below with 


the applicable expressions for thrust and lift in each case. 


A. Normal Ramjet 


The thrust of the ramjet is obtained by computing the change 
in momentum between the inlet and exhaust stations. Considering 


the iniet and exhaust pressures equal, the thrust is given as 
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— = {ην ήη)ς - Αν 


Or fy, = @ (A ς- ν) 
where H= — "RF 
The quantity Αἱ is slightly greater than unity since the fuel-air ratio 
of a ramjet is of the order of .05. In this treatment / shall be taken 
equai to unity since it has a very small effect and this assumption 


will simplify the analysis. The thrust then becomes 
m (C-V) Eq. (1) 


The lift of à normal ramjet aircraft is simply the lift of th- 


wing. 


PA Ξ Z ^" c, Sy 


£q. (2) 


B. Inclined Thrust Axis Ramjet. 


y Eg E 


IE Ότο 


The change in momentum between inlet and exhaust stations 
of the I.T.A. ramjet gives a force which can be resolved into two 


components. The component in the flight direction is the thrust, 





which is 
E - "(Ces - v) zq. (3) 


The force component perpendicular to the flight direction is an ad- 


ditional lift force. 


Lee IN C S» d 


The total lift of the I. T..4. ramjet will consist of the lift of the wing 


plus the additional lift of the inclined jet force. 


e 
"m = LPV C Sr Bund sin $ Eq. (4) 


C. Difference in Fuel Consumption. 

Two ramjets are considered to be operating with the same 
fuei-air ratio but with different mass flows (/), and /7p ). It is 
easy to show that for tnis case the fractional difference in fuel flow 


is equal to the fractional difference in mass ílow. 


Fuel flow = ‘ng = Ex m 


Vh 


Difference in fuel flow — mp — "m. = 


A (An - mi) 


The fractional difference in fuel flow then becomes 


Myu -fr _ Mu Mr Eq. (5) 
my MN 


This reietionship is the basis of all fuel consumption compar 


isons :nade in this paper. 





10. 
IV. SIMPLIFIED LEVEL FLIGHT COMPARISON 


OF I. T. A. RAMJET AND NORMAL RAMTET 


This section is a comparison of the fuel consumption of an 
I. T. A. ramjet with that of a normal ramjet for the case in which 
both aircraft have the same gross weight. This weight assumption 
is unfavorable to the 1.T.A. ramjet which will require less wing 
area and, consequently, less wing weight. However, even under 
the assumption of equal gross weights, the I.T.A. ramjet will 
show & decrease in fuel consumption. This decrease results from 
the fact that the I. T. A. ramjet will have less drag because of the 
smaller wing area and hence will require less thrust for a given 
flight velocity. 

The purpose of this simplified analysis is to obtain &n ex- 
pression for the decrease in fuel consumption of an 1.T.A. ram- 
jet, based only upon the reduction in drag resulting from the 
smaller required wing area. The effect of weight corrections 
will be discussed later. The following specific assumptions will 
apply to this case. 

Assumptions: 

tl. The two configurations have the same flight and jet ex- 
haust velocities but different mass flows. This condition could 
be satisfied by using a different engine or the same engine with 


different inlet and nozzle areas. 





] u. 
2. The two configurations have the same wing section, but 
I.T.A. type will have less wing area as part cí the lift is obtained 
from the vertical component of the jet force. 

3. Wing and body interference effects will be neglected. The 
fuselage body wiil be assumed to contribute no lift due to —— 
namic shape. 

4. The two configurations will have the same fuei-air ratio, 
but the weight of fuel added will be neglected. 

5. The drag of the aircraft body will be assumed the same for 
both configurations. 

6. The two configurations will have the same gross weight. 
The I1.T.A. ramjet will require less wing area and consequently 


less wing weight, but it is assumed in this case that the weight dif- 


ference will be made up by a greater payload for the I. T. A. ram- 


jet. 
Normal Inclined Thrust Axis 
i Lr 
1 IEP dim 
2 
Thrust = AL = mn (c-v) Fr, = Mı(Ccsß-v) 
Φ / é * 
Lits £,- ZeY*C,S, &r- gÓYC S, Aicshé 


A. Reduction in Required V ing ' Area for I. T. A. Ramjet. 


For levei flight the lift of each configuration is 





En 
Zr 


Ww 
Wr 


f e VEC, Sw 


SPV. Sr + NC Sin $ 


Since the gross weights are equal, subtracting the two expressions 


for lift gives 
zv (Sw - Sz) = MITC ο) φ 


Let AS denote the decrease in required wiag area. 


AS = Sy, -Jz = /MM:C Sin D oq. (6) 


This can be expressed as à fractional decrease of the normal ram- 


jet wing area. 


53 - Mz Cs $ — Sin $ EQ. (7) 
s Ww | Wr p" 


AS _ Fz Sing 
ow Wr (Cos d - Y ) 


Equation (8) shows that the reduction in wing area increases 


iq. (8) 


as the thrust-weight ratio and jet inclination angle increase, and as 
the velocity ratio approaches unity. 
B. Reduction in Drag of the I. T. A. Ramjet Due to the Decrease in 
Required Wing Area. 
Since the body drag of the two configurations is assumed equai, 


the reduction in total drag will be simply the difference in the drag 





13. 


of the wings. The drag cf a wing expressed in coefficient form is 
D, = Ζ ον S Cp 
Let the difference in total drag be dencted by AD. 
AD = 2pV°G (5-52) = FP” DAS 


Using the expression for QS from Equation (6), the reduction in 


drag is 





ime: MS Se = 21 Σ 5» & Eq. (9) 
ο, UM LEO 


where E is the lift-drag ratio of the wing alone. 
C. Decrease in Fuel Consumption of I. T. ^. Ramjet Due to Decrease 
in Drag. 

Since thrust equals drag for level flight, the thrust of th» 1.T.A. 
ramjet can be reduced from that required by a normal ramjet in an 
amount equal to the difference in drag. The obvious method of re- 
ducing the thrust and keeping the flight and exhaust velocities equal 
is to reduce the mass flow. The difference in fuel consumption will 
then be given by the difference in mass flow of the two configurations 
if they are operated at the same fuel-air ratio. 

The thruet required by an I.T.A. ramjet expressed in terms 


of thrust required by a normal ramjet of the same weight is 
2 TE -aD 
fr = m (c-v) — farce sing xq. (10) 
b 





14. 
Y hen this expression is equated to Equation (3), it gives a rela- 


tion between the two mass flows. 


Mgr (Ceos g - v.) = Ny (ο - v) —- "Cs5dg 
* 
D 


The ratio of the mass flows is 


Mr E - Y 
— — — 9 1] 
Έα. (11) 


(ee + cos $)-v 





Subtracting bota sides of Equation (11) from unity gives the frac- 
tional reduction in mass flow which can be expressed in non-dimen- 


sional form. 


Su, 
222 * cos d- | 








P). — m 
a = Eq. (12) 
My e P Cos $ = e 
72 


From Zquation (5), the fractional difference in fuel flow is 
equal to the fractional difference in mass flow for the same fuel- 
air ratio. Equation (13) gives the fractional decrease in fuel con- 
sumption which results from the decreased wing drag of the I. T. A. 


ramjet. 


a — Me, m 2 (Cos d -/) ή Sin É Eq. (13) 
a ^$ (cos d — X. ) t Snp 
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15. 
V. LEVEL FLIGHT COMPARISON Gr I.T.A4. 
AND NORMAI RAMJCTS WITH W'ZIGHT 


CORRECTIONS INCLUDED. 


The 1.1.4. ramjet will have less total TUM & normal 
ramjet for the same performance (equai flight speed) in level flight. 
This weight decrease results mainly from the reduced wing area 
required by the I.T.A. ramjet. Also, there will be the possibility 
of using a smaller engine with the 1.T.A. configuration since the 
mass flow required is less than that for a norma! ramjet. A small- 
er engine will give a reduction in body weight and aiso a decrease 
of body drag. 

This comparison is similar to the simplified case except 
that the condition of equal gross weights is no longer imposed. It 
is mam d that the I. T. A. ramjet will have less total weight. 

This weight decrease will consist of à reduction in wing weight 
proportional to the wing area and a decrease in body weight which 
will be proportional to the mass flow. Itis also assumed that 
there will be à decrease in body drag of the I. T. A. ramjet which 
will be proportional to the mass flow. This comparison will have 

e, 
the effect of superimposing the above weight corrections upon the 
resuits obtained in Part IV. 
Assumptions: 


1. The two configurations have the same flight and jet 





ο 
exhaust uides , but different mass flows. 

2. The two configurations have the same wing section, but 
I.T.A. type will require less wing area due to the additional lift 
of the inclined jet force. 

3. Wing and body interference effects, and lift due to body 
shape will be neglected. 

4. The two configurations will have the same fue l<ait ratio, 
but the weight of fuel added will be neglected. 

5. The reduction in required wing area of the I.T.A. ramjet 
will result in a proportional decrease in winy weight (i.e., wing 


weight is proportional to wing area). 


Wy = Wr, = W (Sv -Sz) where 0 = * 


5. The reduction in required mass flow will give a decrease 
in body weight which will be proportional to the mass flow. Tbis 
assumption represents the ideal case in which the body consists of 
ramjet engine aione. The actual case would h&ve this assumption 


as an upper limit. 
Wo,” WW, r = E LE) where 6 = = 


Y. The reduction in drag of the body of the I.T.A. ramjet 
will be proportional to the decrease in mass flow. This is a con- 


dition to be expected, but the assumption is made chiefly to simplify 
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the analysis and, as shown later, the effect of this assumption is 
small. 


Div - Ps, e X (My - hz) where œ= Ds 
/» 


It should be noted that assumptions 5. to 7. may be sup- 
pressed by taking the proportionality constants 0, @ or equal 
to zero. In the event that all three proportionality constants are 
assumed zero, the assumptions reduce to those of the former 
simplified case. 

The lift force equals the weight of an airplane in level flight. 
The difference in lift of the two wings is obtained by subtracting 
the equations for lift that apply in each case. 

Ly = Ww 
Lr = We - farce sin $ 





4,7 4g — MiCsaß + Wu -br 


Since the total weight consists of the wing weight and body weight, 


the total decrease in weight of I.T.A. rarnjet is 


By assumptions 5. and 6., the weight decrease can be expressed 


W, -iv = TL 05) US E (12m — ^nt) Eq. (14) 


18. 


This relation substituted in the expression for difference in wing 
lift gives 
A = a = Mz C sin $ zT T[ty-£z) p € (mn - mr) 
FRET; 
2 
where (9, V and C, are constants for both configurations. 


Li; = MzrCSsiaß + Elmu- tr) 
(/ -. 2T 
evec, 
The difference in drag of the two wings is obtained by multiplying 





both sides by the reciprocal of the lift-drag ratio. 


Ov, — Dw, = ha, C Sin ⸗ 7 & (4m — 2r) 


Z iq. (15) 
Ἔ('- ὄντε) 





The other condition for level flight is that thrust equals 
drag. The difference in thrust oí the two coníigurations will be 
equa! to the difference in drag. 

Fy, = In e - v) = Dy 
Fr = Mr (0 cos $—V) = Dr 





Ne (e-v) ἜΠΟΣ (c cos B - 2 E (Din Dig) + (Du, Ds,) 
Assumption 3. gives 
Dj, - Dj, = * (mm - m:) 
The difference in drag of the two wings becomes 


Dw, Day - Pu (O-V-%) - mi(Cesd-Y-X) —— zq. Q9) 


N 


19. 
By equating Equation (15) and Equation (16), a relationship between 


the two mass fiows is obtained. 


tin(C-V-%)~ Im, (Cosh -V-%) = Max Sing + Elmy- 7.) 
4 -. Rc 
4 ( Lo 


The ratio of the mass flows becomes 


«ίνα - € Eq. (17) 
7 B(Ciwsp-V-x) + Csing -E 
where L 
== τε ~ Lo 
/$ 2 (/ 25-7, ) 


Dividing numerator and denominator by the exhuast velocity will 


give the mass flow ratio in terms of dimensionless parameters. 


E — Bl TE) - Eq. (18) 
ΣΙΝ 


Subtracting both sides from unity gives the reduction in fuel flow 


expressed as a fractional decrease. 





M-m _ ‚3les$-/) r sing (Eq. (19) 
Mn I$ (cs -IR-*)rs»4-4 


Zquation (19) represents the level flight decrease in fuel con- 
sumption of an I. 7Z. A. ramjet. This expression compensates for 
the weight and drag effects of a smaller body, in addition to the re- 
duced wing area corrections. It is directly evident that Equation (19) 
reduces to Equation (12) when — E and Ú are taken equal to 


Zzero. 


20. 
VI. COMPARISON OF I. T. 4. AND NORMAL 
RAMJETS FOR THE GENERAL CASE OF 


AIRCRAFT IN CLIMB 


For the high speeds considered, the time for a ramjet air- 
craft to climb to operating ceiling would be only a matter of a few 
minutes. However, since the fuel consumption at these high speeds 
is large, the time to climb would constitute an appreciable part of 
the flight duration of a supersonic ramjet. 

It was believed the 1.T.A. ramjet wouid show a greater de- 
crease in fuel consumption in climb than in level flight, and the 
calculations in this section show this is true. The greater decrease 
in fuel consumption in climb over level flight results from the in- 
fluence of the angle of climb upon the reduced weight of the I. T. ^. 
ramjet. It will be shown in this section that if the weights of the 
two configurations are assumed equal, then the simplified expres- 
sion (Equation 12 which was derived for level flight) will also hold 
for climb. The assumptions for this case are the same as those 
of Fart V for the aircraft in level flight, but here both ramjets 
are assumed to be operating at a small angle of climb. 

The two ramjet configurations are shown below with the 


equations for thrust and lift that apply in each case. 





el. 


Normal Ramjet Inclined Thrust Axis Ramjet 





Ie A, (c-Y) A4 = lr (Casg-v) 
a = serca Sy — zevc, S, 


The equilibrium of forces perpendicular to the fiight direc- 
tion gives equations from which the difference in wing lift can be 
obtained , 

zs = hh, cos O 
Ly + 7,6 Sn = Wa cos 8 


ἐν - lz = (Is - WE) cos O + M,C Sing 





Eq. (20) 


The equilibrium of forces in the flight direction gives equations 


from which the difference in drag can be obtained. 


^ 


A = D, ^ A S/n O 





Or - Dz = AfA — (Wy - Wr) Sin O 


DD, = ^», (C- v) - P^; (C cos b - v.) - (Wa - vr) Sin O sq. (21) 


22, 


The difference in total weight can be expressed as 


EE 


but οσο sr πο eel ay 2 
F C. J f zer 


so that 


ἵνα = ST, (έν 22) + € (m, - f.) Eq. (24) 


£quations (20) and (22) can be solved simultaneously to give Equa- 


tions (23) and (24) 








O Mr E sing 
+ E(mx-m " 
WwW - Wr = f C. ( ái 5 £q. (23) 
E 
(/ sr. 9) 
Bi, m € cos (mu-Mzı) + mz C sing 4 
πο a a ser £q. (24) 
ΛΞ: 
{σε 


Multiplying both sides of Zquation (24) by reciprocal of the lift- 
drag ratio will give an expression for the difference in drag of the 


two wings. 


E cosO (hp - mz) + mrC shg 


y= Dy. = : 
50-5 cos 8) 


£q. (25) 


From assumption 4. the difference in drag of the wings is 


ο το m a, MA - « (hy - Mr 


Substitute Equation (25) into left side and Equation (él) into right 





23. 


side of the above expression 


E cos (pg -mx) * Imp C sm d 


% ( δε cos ) 


= try (0-0) - mz (€ V9) 
— Jin de. 





Introducing Equation (23) into the term containing the difference in 


weight and letting 
Be (7X cuo) 
— 


gives 


e cos 6 (My — mz) + Nz C Sin dp = 8(5) mn (C-V-&) 


m 8 (45) mx (Ces d -V-«) 


— 7r 9. 3^0 C sind 7, 
2 ΚΩ͂ 


— 
Ah 910 hiw € * 62 5.6 mre 


The ratio of the mass flows becomes 


— E £, [B(c-v-«) - E sind] — € eas OQ 


Te [βίο ῥ-ν-«) + Sin nm sin $ -E)]-€cs0 ¿emp Ea. (26) 


In non-dimensional form the mass flow ratio for the general case is 


Mr _ £ /[B(/-¥,-%) - & sin @ J = E cos O 


m Fg [B (cos g- 2-2) + smo (Ze sing -£)] -£ 0050 4 sin $ 


c 


The fractional decrease in mass flow for the general case is given by 


Equation (27). 
L P ο ο ο + Ji 
— L [B (es $ /) + 26 Sın J n p Eq. (27) 
—_= e. m m 
ην z [B (cad -¥-%) + sine (T, sind -£)] Es + sing 





dd. 
where 9 = angie of climb 


jet inclination angle 


ᾧ 
NE nme?) 


By inspection it can be seen that Equation (27) reduces to Equa- 
tion (19) if the angle of climb is taken as zero. Furthermore Equation 


(27) will reduce te the simplified case of Equation (12) if the parameters 


=, & , and are all taken equa! to zero. 


ς 
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VI. EVALUATION Ge DIMENSIONLESS PARAMETERS 


The decrease in fue! consumption of an I.T.A. ramjet, as cx- 
pressed by Equations (19) and (27), has been plotted for a wide range 
of possible conditions and is presented graphically in Figs. 1 to 8. 
Excluding lift-drag ratios which were hA alis Part II, there are 
four other basic dimensionless parameters (t E A and £) 
which enter the above equations. A general range of values of each 
parameter had to be established in order to present significant data. 
The purpose of this section is to indicate the methods used in evalu- 


ating the dimensioniess parameters. 


A. Parameter X 


Values of the ratio of flight velocity to jet exit velocity can be 
determined from available ramjet performance calculations such as 
reference (4). The usual value of this parameter is near .5, and it 
is considered that a range of values from .3 to .7 would cover the 
practical limits. High values of this velocity ratio are advantageous 
for decreasing the fuel consumption of anI.T.A. ramjet. This occurs 
because, for constant thrust, the mass flow increases much faster 
than the exhaust veiocity decreases, and the product of these two 
quantities will become infinite when the velocity ratio approaches 
unity. 


For constant thrust the exhaust velocity of a ramjet engine 





ὀ6. 
can be controlled by varying the mass flow or, with a given mass 
flow, by varying the nozzle exit area. It would not be practical to 
obtain a high velocity ratio by increasing the mass flow as this would 
lead to a larger engine size with increased body drag and weight. 
But, on the other hand, low values of the velocity ratio are desirable 
for maximum thrust with a fixed mass flow. Consequently, the 
selection of exhaust velocity for à particular I. T. A. ramjet design 


would present a compromise problem. 


b. Parameter /Ó = (1-2 36; 
The term Fa can be expressed as the ratio of the weight of 
the wing to the lift of the wing. 
— -- Ww = Ww 
7 CL 7 CL Sw La 


For a normal ramjet wing lift is equal to the gross weight, so that 
/3 becomes simply a function of lift-drag ratio and the ratio of wing 


weight to gross weight. 


— — lr E Wr 


C, 


From Part II, the maximum variation in lift-drag ratio is 10 
to 4 for supersonic wings at Mach numbers of 1.5 to 4, respectively. 
It is estimated that the variation in ratio of wing «eight to total 
weight would range from 25% to 50% for supersonic ramjets. 


On this basis the limits for /3 are: 





ET. 


ο. = /0 (/-zZ) E 


min. = 7(/-X) p S 


The parameter 5 which enters the climb equations is evaluated 


in the same manner as 3 


a= (/ -- i cos 6) 





ol 2 
C. Faraimeter = £4. 
—— € 7 πε 
U it is assumed that the drag of tbe body will vary from 209/o 
to 409/5 of the total drag, then for level flight thc body drag will equal 


the same percentage of thrust. The product of mass fiow and exhaust 


velocity can be evaluated irorn the thrust formule in terms of thrust 


and velocity ratio. 





VE 
fF = m = 276 = 
sy) — 
- ν E. — 
For An: c = JYI F 
ΕΕ’ me = 3.334 
of CIAM. $55 
Eu ^ 43 
οἱ "E - —— 
(min 3933 Wo 
Co W 
D. Parameter = N 
— A PC 


Fig. V-6d of reference 3 gives curves of net thrust per unit 
engine weight for various flight speeds and altitudes. These values 


are tabulated below for specific conditions. 
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Sea Level 50,000 ít. 100,000 ft. 
Mos ὦ M 24 M= M nd M = 3 
18 8 7 7 2 





If it is assumed that the engine weight is a definite fraction of 


body weight (50% to 75%), then A can be expressed as follows: 





€ = We = Weng T. Wh V 
Z mc T Weng * (/- val 


E as = + me xs 7 


A τ 18 


i. Values of Pararneters Used for Weight Correction Curves. 


y = .5 This is a conservative value of this parameter as the 


usual values are slightly higher than .5. 


/J = 3.33 This value was determined by using E = 5 and a wing- 
to-total-weight ratio of one-third. The value of = =5 


is reasonable for Mach numbers of two to four. 


ζ- 1] This is à conservative value based on * z ‚5 and body 
drag equal to 209/o of the total drag. 

E & : V. 

“6 - .4 This value would correspond to high altitude and ΠῚ 


-— 


ons 
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VUI. DISCUSSION AND RESULTS 


The method of analysis yields concise and relatively simple 
analytical expressions for the decrease in fuel consumption. The 
decrease amounts to the reduction in fuel weight per unit distance 
since the decrease in mass flow of fuel is taken at a given flight 
velocity. General results indicate that the 1.T.A. ramjet will give 
appreciable fuel savings in the supersonic range where lift-drag 
ratios of ten (10) or less are encountered. 

Figs. l and 2 are a plot of Equation (19) in which the param- 
eters Z and & ere taken equal to zero. ‘These graphs show the 
level flight decrease in fuel consumption of an I. T. À. ramjet con- 
sidering enly the decreased weight and drag of the smailer required 
wing area. Figs. land ¿may be considered to represent the minie 
mum fuel consumption decrease, since the possible reduction in 
engine size is not taken into account. In fig. 1 the effect of vary- 
ing / is shown to have a large effect on the general shape of the 
curves. For % = .5 the decrease in fuel consumption of an I. T. A. 
ramjet varies from 39/, at /G « 6 to over 29/5 at /O 2 2. Fig. 1 
also showsthat the jet inclination angle required for maximum de- 
crease in fuel consumption is dependent upon ,G , and this angle in- 
creases aa /S decreases. In Fig. 2 the effect of varying the vel- 
ocity ratio with constant /3 (,3 s 3.33) is shown to give a decrease 
of 6 - 17% in the fuel consumption of an 1.T.A. ramjet for values 


of X = .3to .8. 


. 30. 

li the lift-drag ratio is substituted for the parameter ES . 
Fig. i will then represent à piot of Equation (12), since/J is equal 
to the lift-drag ratio when O” = 9. In this case zig. i will show the 
reduction in fuel consumption due only to decreased drag of the 
smaller wing necessary for the I. T.À. ramjet. ‘ora lift-drag 
ratio of four and veiocity ratio of .5, there is a decrease οί 5.5 7ο 
resulting solely from the lower drag of I. 1.54. ramjet wing. 

Figs. 3 to 6 are plotted frorn Equation (19) and show the ef- 
fect of reducing the size of the aircrait body in addition to the de- 
crease inwing weight and drag. These figures are plots in which 
the dimensionless parameters arc varied in order to show the in- 
fluence of cach upon the decrease in fuel consumption. Dig. 3 
gives the effect of a change in 7 cr X for constant values of 3 
and 4 . Since * and A occur together in the eguations, these 
two quantities could be combined into a single parameter. A 
change in * is cquivalent to & change in 7 of the same — 
Fig. 3 shows that for the assurned values of the other parameters 
(3 = 3.33, & 5 «4, zc .1) a maximum fuel decrease of 35% is 
obtained by the 1.T.A. ramjet at a 7 ratio of .7. 

Fig. 4 gives the effect of a change in 74 with the other para- 
meters held constant. However, as shown in Section VII, the 
parameters a and rs are evaluated in terms of P . la Fig. 5 


the parameter P. is varied with 7 , but E- is held at a conservative 





a 
small valu2. Comparing Jig. 5 with cig. 2 whicu includes only 
the wing weight correction, it will be note tnat the additional as- 
sumptions of a decrease in body size and drag double the maxi- 
inum decrease in fuel consumption. Fig. 5 is representative of 
the upper limit of the maximum decrease in fuel consumption, 
whereas Tig. 2is representative of the lower limit. Depending 
mainly upon the body configuration, the actual ranıjet aircraft 
will be somewhere between these two limits, With G = 3.33 and 
a = .l, Sig. 5 shows u range of decrease in fuci consumption of 
90/0 αἱ we .3 and 250% at Y «T. 

The basic effect of {3 upon the shape of the curves is demon- 
strated again in Fig. 6, in wbich /$ is varied while the other par- 
ameters are held constant. Fig. 6 shows aimost twice the decrease 
in fuel consumption over that of “ig. 2 for high values of /G , but 
this effect dirninishes for lower values of /Ó. 

Figs. 7 ana 8 indicate that the decrease in fuel consumpticn 
of an i. T . A. ramjet is aided appreciably by angle of climb. This 
condition occurs as a result of the decreased wing and engine weight 
ofthe I. T. A. ramjet. Equation (27) for climb reduces to the simp- 
lified level flight case when the weight reductions are assumed 


zero. Fig. 7, which includes only the wing weight correction, 


shows a maximura decrease in I. T. A. ramjet fuel consumption of 





36, 
13% at a climb angle of 15°. This compares with a value of 8 9/o 
under the same conditions in level flight. In climb the effect of a 
decrease in body weight and drag is much greater than the decrease 
of wing weight and drag. Fig. 8, which includes the body correc- 
tions, shows a maximum decrease of 359/59 for a climb angle of 
15°. This is almost three times the level flight value for the same 


conditions. 


9 33. 


IX. CONCLUSIONS 


rom the foregoing analysis the following conclusions are 
evident regarding the application of the inclined thrust axis prin- 
ciple to a ramjet aircraft: 

(1) As a result of the low values of lift-drag ratio for sup- 
ersonic wing configurations, an I. 7. 4. ramjet will give an ap- 
preciable reduction in fuel consumption for Mach numbers great- 
er than 1.5. 

(2) # or a fixed thrust inclination angle, the maximum de- 
crease in fuel consumption wili be primarily a function of lift- 
drag ratio and the ratio of flight velocity to jet exhaust velocity. 
For a velocity ratio of .5 the decrease will vary irom 3% at a 
lift-drag ratio of ten, to 22% at a lift-drag ratio of four. 

(3) The decrease in fuel consumption increases with higher 
values of the ratio of flight velocity to exhaust velocity. A vel- 
ocity ratio of .7 and a lift-drag ratio of four give a 30% reduc- 
tion in fuel consumption. 

(4) The maximum decrease in fuel consumption can be ob- 
tained with thrust inclination angles of less than 30°. Since the 
curves showing fuel decrease rise sharpiy, nearly all of the pos- 
sible decrease can be secured with inclination angles of 15° or less. 

(5) When the possibie decrease in aircraft weight is consid- 


ered, the effective reduction in fuel consumption increases con- 


siderabiy for small angles of climb. 
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